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.Joe , 

I found the citation that I had been looking for on the subject of diesel engine efficiency breakthroughs. I ' ve inserted i t into para 20 of Alice ' s markup of EPA ' s comments , which is attached below. 

If you get bored, take a look at some of the presentations from the DOE ' s 2008 diesel engi ne-effi ciency and emissions reduction (DEER) conference. Most of the presentations are chock full of engineering geek-ese, but it is still possible to grasp the implications . OAR/OTAQ folks say that this annual conference is one of the best , and Arman Tanman in particular raved about the possibility that engineers in several companies and labs may have found several ways of squeezing another 5-10 percent energy efficiency out of a diesel engine . The work currently is happening with light duty onroad diesel enqi nes but if the technologies work there is no doubt that they will migrate into other larger, offroad and marine applications as well . 

Brian 

Brian Muehling 
U. S . Environmental Protection Agency 
Office of International Affairs (2660-R) 
1300 Pennsylvania Avenue , NW 
Washington , DC 20460 
202-564-1145 phone 
202-565-2409 fax 
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OK -- my effort within my one-hour rule . See if these look cred ible and consistent with 
EPA ' s . Other than these , I ' m beyond my level of compe t ence. 

I tried again , and the line edits within the document are in many cases incomprehensible 
-- maybe t h e way doc is d i splayed, but comments d o n ' t seem to be linked to the relevant 
partic ular sections . 

Commerce seems to believe that one of the studies heavily relj ed on -- Gehring -- is 
bidsed and not t h e best -- I note d that i t wasn ' t limited to just air , also included IMO 
related stuff, a n d that EPA d i d n ' t comment . So d idn ' t i nclude. Would be happy to include suggestion that paper be more balanced and consider other sources , but Commerce needs to 
explain what is the bias and what other sources should be l ooked at. (attachment " EPA 
comments on COM TAD ENV JWPTE 2008 29_am . doc" del e t ed by Brian Mu ehling/DC/USEPA/US) 
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EPNOIA Comments on "Trade, Transport and Climate Change: An Interim Report" 
COM{[ AD/ENV/JWPTE(2008)29 

Big picture: 
l. On balance we feel that this draft document offers useful, though admittedly incomplete. 

work. It builds on the mandate agreed to by the JWPTE last summer and it offers analysis 
and conclusions that should go out to a broad audience both within and outside the OECD. 

2. The document could be improved upon in various ways. Above all, it will be essential to 
enhance the discussion of the work underway within the IMO and ICAO to address GHG 
emissions from international aviation and maritime shipping. We agree with the JWPTE's 
conclusion in Dec. 2008 [see COMrrAD/ENV/JWPTE/M(2009)1] that this material " ... 
needed to reflect the totality of views in those groups." In particular, the report should more 
thoroughly present the differing views about the application of possible IMO measures to the 
entire global fleet or only those ships owned or flagged by UNFCCC Annex I Parties. This 
would then lead to an analysis by the OECD of the relative strengths and weaknesses of the 
various technological and policy measures under consideration in the IMO. Similar!.y. the 
.IS,;.OQJJa~llJS~!cnsiw work PL@.ill1Ll!..Uh;Y£.!.m:duJcrnational stangll.[.£1" and r..x:ommcndecl 
P.f\ICJ.i~.li5JO ll]i,\.igalc lll~tJ.Y..Wl'.llll\,'_n tal impacj .9f «LYil <.tY..i.YtjQil... Tb.Ld.i;i<;ussitlll tJC;!.Yi.lllli.l..'l 
i.!.lJ.P.SlCts shnuld.JJr.~!V upon <J.L1..9J2£l.J..£JLCJk<..:t insights and analvsi~ fr.nm the ICAO work 
r:m>grum, 

3. The report also would benefit from more information on the work already underway to 
increase the energy efficiency of - and thus reduce the emissions from - the propulsion 
technologies employed in major freight transport modes. This information would then 
facilitate a more complete OECD assessment of the policy measures available to reduce 
GHG emissions from the domestic and international transportation of goods in trade .... J.!l 
particular, we note that the summ~try of "poo;;o;;iblc policy options" (para 89, Table 4) contains 
\Lr:!i.YJ_e ,g!:!lillil!:Y .• m2t i o ry_~_(g.J.i!n in <.J.t i o 'LUIs u !2~i d i e::i:.. .carhgiL\1! x .;.&Jncl ys ion Q.L\<!11 i :'i~ ion s_i!U~'l!?.: 
anJ-tradc s~,;hemc!>). ·rhc Jis~ussion should also reflect the role of incentive programs to 
Lr:!~I.9_<.\~J.hg_ 1l,Y.\!.iJ !l. h ili!Y .... O f t"l,g lLt;:.L[s;f r 1!91 (1 gi 1.;5_.1JJ].Q.Jlli:J s. Th c ,COSJ -c ffg s;r. i VC ns.~liJ2f. v a ri () 1,1.,~ 
illl,!!llill..!1ii .~h.ill!l\.!_\!.!li\!...l?~. d i S,l;!l~~\.:~L 

4. The report also would benefit from a more consistent and neutral presentation of key facts 
about the energy efficiency of different freight transport modes. At present, the document 
contains a handful of statements that could appear to favor one mode over another. 

5. Finally, it would be helpful to know what more would be needed before the document is 
ready to be circulated to participants in the Global Forum on Trade. 

S pecific comments: 
1 . Para 5 concludes that "Any policies aimed at mitigating increases in GHG emissions from 

transport induced by trade liberalization should therefore consider how developing countries 
can also be encouraged to improve their performance in this area." The U.S. believes that if 
multilateral measures to address GHG emissions from international aviation and maritime 
shipping are to succeed, developing countries must be an integral part of a binding global 
regime. Anything less would suffer from carbon leakage and induce trade distortions. 

2. The paper states - e.g., in para 9 - that all transport contributes 23% of global anthropogenic 
C02 emissions and "only" 13% of total GHG emissions; moreover, international transport of 
goods contributes about 4% of total GHG emissions. What is the source for this estimate? 



The phrasing is unfortunate because it seems to hint that transportation - in particular, the 
international transportation of goods - is a less serious problem as GHG sources go. In light 
of the most recent scientific findings about climate forcing and the possible need for even 
more dramatic reductions in C0 2 emissions, the report should not make statements that could 
be construed to minimiLe either the relative significance of the emissions from the transport 
sector or the need to reduce emissions from every sector. Moreover, para 11 of this same 
document notes that the international transport of goods has a domestic transport component. 

3. Para 20 could be improved in three ways: 
a. Clarify the first sentence so that the C02 emissions figure for water-borne transport is 

compared with C02 emissions from all international transport, not ' transport' overall. 
·Transport' includes domestic passenger vehicles and other travel that have no 
bearing on goods movement, as illustrated by the discussion in para 19. 

b. Change the end of the second sentence so that it refers to " ... emissions from ships 
climbing to above 1000 million tones by 205()'' and not "2005." 

c. The fourth sentence warns that the lEA ' s BAU projection of emissions from air 
transport (in which emissions would increase three-fold by 2050) is not a forecast 
s ince rising energy prices and emissions control policies will reduce rates of growth 
below those in the BAU projection. There are other factors that also will reduce the 
rate of emission growth from the aviation sector. For example, Hummels notes in 
ITF!TMB(fF09(2009)1 [Preliminary draft report: Globalisation and freight transport 
costs in maritime shipping and aviation) that European and American growth rates in 
international aviation have declined since 2000 as costs have increased, in part due to 
new security measures. 

4. Para 26: The text cites Horton (2006) as the source of an estimate that civilian aircraft C(h 
emissions were 490 million tones in 2002, yet there is no citation in the entire document. 

5. Para 44: This seems to downplay the short-term opportunities for employing operational 
measures on ships to improve energy efficiency and reduce emissions. Steaming at slower 
speeds is only one option. The text also should acknowledge that there are technological 
factors- not just market drivers for bunker fuels and shipping services - that may constrain 
the ability of ships to sail at slower speeds. Moreover, the use of wind kites to assist in 
propulsion, although exciting, is undergoing a very limited trial phase and there are questions 
about how widely and effectively such kites can be employed on the global maritime fleet. 

6. Paras 45-46 could provide more information on other measures to enhance the energy 
efficiency of maritime ships. [See, for example, Wartsila's "Boosting Energy Efficiency" 
report at http:/Jwww.wartsila.com/Wartsila/global/docs/en/ship_power/energy­
efficiency/energy-efficiency-catalogue-presentation.pdf.] 

7. Paras 45-46 fail to mention the most obvious, readily-available measure to significantly 
enhance the energy efficiency of maritime ships: the capture and use of waste heat from 
engines. Wartsila, one of the two largest marine diesel manufacturers in the world, indicates 
that very few existing ships use this simple technology and very few new shipbuilding orders 
calJ for the use of a technology that Wartsila estimates would increase energy efficiency by 
lO - 20 percent on a ship in any of the major vessel classes (e.g., container, tanker, bulker) 
involved in freight transportation. 

8. Para 46: The first sentence should note that further improvements in the fuel efficiency of 
maritime shipping will depend not only on continued improvements in hull design and 
engine efficiency but also in overall ship-scale systems integration. 



9. Box 1 [lEA Technology Agreements]: the last technology mentioned in this box is "hybrid 
and electric vehicles." This listing also should note that hybrid technologies arc not 
necessarily restricted to land-side applications; see, for example, the Foss Marine "Green 
Assist" hybrid tug boat: hltp://www.foss.com/cnvironmcnt hvbridtug.html. Moreover, this 
listing should reference the broader suite of hybrid technologies, most notably the hydraulic 
hybrid drive system that US EPA and private sector partners have successfully employed in 
UPS and FedEx delivery vans and other applications. The most recent project involves the 
development of a prototype hydraulic hybrid version of the yard tractors typically found in 
ports, rail yards, and distribution centers around the world. 

l_Q,_para 7 Ull~lau: the di~cu~sion of th~ propt)~~d EU emission~ limiwtion s~hcm~ hv notin_g 
!h.c agr~.:qn~.:rJ!..UU~;J~.O-'-ll(,:IJ.li)er~iiJ21.!!l.7 tp JQf.J.T!U!atc.an ·:_inmJ~_Q1CJltati~tf1_lln.m~w<!rl-~ 
<,:_onsL~~f strall.:gics and mca~ure~ that Contracting States of lc_;AO ~an usc tn achicw 
<.·mi..,-.inn'> rcdtH.:tillth from air trarbporl. "llu.: program will itlcntif\ fud dlicit·ncv goal" :md 
n_!_c~llh of mcasuringJ2!,Pgrcss. Optiq.!)s to h~ con<>itlcrcd indudc ,,,luntan mcac;urc.._, 
tl!Ch_!tOI<lgi<.·al advatll'C'i..ill both <_ilicral'tanJ !!.round-ha<>ccl CJ1uipmcnt__._ more ljlifil!rl{ 
!>p~rational.Dl£.!!)Jtr~s. improvcm~.:nts in air traffic management, positive ~conomic lllc-:ntivcs 
<J.!ili.Jll.iJrket-hasg.!l_rrl~.:a<;urcl>. Th~ A~mhlv agr£_cd th<!J.markct-ba~l) opt ions ar~ a valuable 
[onl fnr a~dr<;ssin£___;!jrcraft_s.missi!)ns. The majQrilv l>f ddeg:ationSJlHlughb huv.:t;VfJ.Jha! 
Stat~s should not applv ~mis-,ion-. trading S\Stcm~ to the airlines of other States c'\cl.!Jll 
P.l!f~Uatll to mutual agr~m~Jlh 

11..Para 73: This para cites aspects of international maritime shipping that must be understood 
before developing GHG controls. · 

a. Item III: "The majority of the world's bulk shipments either start or finish their 
journey in an Annex I [of the UNFCCCJ country." While this statement may well 
still be true, the dramatic economic growth of China, India and many other 
developing nations over the last decade or so may have altered the balance. Thus, 
this assertion should be reconfirmed. One also should look at the containerized 
movement of the typically higher-value intermediate and final manufactured goods 
among all countries. 

b. Item VI: This should be amended to reflect the recent development and adoption of 
amendments to the globally-applicable MARPOL Annex VI standards to control 
criteria air pollution from maritime shipping. 

L 2. Para 74, first sentence: We do not completely agree with the statement that "Most of these 
characteristics" [set out in para 73 regarding maritime shipping] "(with the exception of IV) 
also apply to the international transport of freight by air." Most notably, air freight does not 
carry bulk cargo, which is covered in factor III in para 73. Moreover, the last sentence of this 
paragraph notes that more and more air freighters will be based in the Asia-Pacific region in 
the future. 

I :t Para 78: Footnote 13 to this paragraph properly notes that China and other developing 
countries have contested one key element of the framework proposed by the IMO MEPC, 
namely that the IMO GHG regime must be "binding and equally applicable to all flag States 
in order to avoid evasion." However, to be complete and to allow the OECD to more 
thoroughly evaluate policy options that the IMO might employ, this report also should reflect 
the public statements by the IMO Secretary General that anything less than a global regime 
binding and equally applicable to all flag States (or all ships) would be a failure because it 
would lead to significant carbon leakage. [For example, the Secretary General's remarks in 

(iinnatted: Bullets and Numt>E;n~ 
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the Second Singapore Maritime Lecture, delivered October 16, 2008, are available at 
http://www.imo.org/Ncwsroom/mainframe.asp?topic _ id= l698&doc _id=10320.] The current 
OECD document makes a somewhat comparahle remark about the air-freight transport 
market in para 83; why, then, docs it stay silent on this critical point regarding the maritime 
sector? 

I L Para 79, first line: change "considering" to "considered". The third sentence, which 
describes some policy options under consideration at the IMO, should also refer to the 
possible establishment of an IMO requirement that sl)ips to be built in the future must be 
more energy efficient than comparable ships being buill and operating today. This 
requirement would build on the energy efficiency/C02 baseline and energy efficiency index 
scheme now under development. 

!~Para 85: The first sentence notes that McAusland (2008) highlighted wait times at land 
borders as an issue worthy of attention and capacity building in order to help reduce C02 
emissions from road freight transport. In fact, this hints at the much larger issue of delays 
along the entire transportation supply chain due to congestion or a number of other factors. 
The report should note the importance of addressing these factors in order to speed up the 
entire supply chain, as this may well present new opportunities for specific transport modes 
such as maritime shipping to take complementary measures. The Alameda Corridor in the 
Los Angeles/Long Beach area is a dedicated rail freight transport corridor designed to avoid 
all other traffic in a heavily congested and polluted metropolitan area that also included the 
two largest ports in the United States. While not sufficient in its own right, the freight 
corridor clearly was necessary to help maritime carriers agree to 'slow steam' on their 
approach to the ports in order to reduce emissions. [See http://www.acta.org/.] 

lo, Table 4, possible policy options to address C02 emissions from transport, needs to be 
expanded in several ways. First, it should set out the possible environmental impacts 
associated with various policy measures. To illustrate, the table should note the uncertainty 
about how much C02 emissions might drop if a uniform carbon tax were to be applied to all 
fuels used for transportation. Second, the table should List other policy options under 
consideration at the IMO or other venues, including the establishment of mandated energy 
efficient improvements in those ships that will be constructed at specified times in the future, 
as well as a voluntary (or mandatory) mechanism that develops energy efficiency 
management plans for existing vessels. Third, the table would be improved if it were to 
identify essential requirements for the success of any listed policy measure. 

17 ._We welcome and support the discussion set out in paras 92-93 about how lower transport 
costs promote the expansion of markets, greater market integration, and regional 
specialization, all resulting in increased trade flows. We hope to see more analysis of this 
theme and how the future internalization of climate-related externalities might increase the 
cost of transport and thereby alter the trend towards market expansion and integration. 

l/i., Appendix 1 (technological possibilities for reducing fossil-fuel use in freight transport) could 
be improved. For example, the discussion in paras 98- 118 of options for maritime shipping 
could be improved by describing more of the technologies and operational measures that 
would reduce energy consumption, of which waste heat capture is the most significant near­
term opportunity. [See Wartsila, for example.] Para 110 should note that testing of different 
biofuel combinations is underway in the Washington State Ferry System. [For example, see 
http://www. wsdot. wa. gov /ferries/environmenVbiodiesel.h tm.]. 



_[9 .. 'li.K: . .''t'c,;t(.<H.L\.)J.U.\iU!:<!.IJ~porja!.iOLl i!)_<H<)~ 119-1_,~~) ts,·nd5J.9 . .C\',l;.~l;-_llll,llc,Sl:.I ipJ.i\.lib'U'.f .. hl.'nd iJ" 
IBsql on a p<!.[lic.:tdar.t~,:~h!llllogv or a ~m:£Lik ~1LIT! I2<l.flY.:_!il t"a..:t. ;tll_m~tjos..:lir.s:r.aJJ: ... PlWL;.illl\1 
(li!rl manuf:l~.:turns arc rcsc:m:hing and inC\>mor:lling environml'ntallv lril'ndlv rcdlllologv 
into .lh~::ir prclduc.ts~_;m~~: .. xt~·n-..ivc v.-ork program' _c!!~LinJh<.:jf' . .J0..JindJ!!divitLual !ll~o:mber 
~latc~J·l develop .tnd adopt1lpcrational imprm.cmcnh. The (lil(l~J.~I)uld benefit lmm_a fuller 
di'~"i(ln of such work: t11 the ..:xtl'nt sud1 information ;, 1101 av:!i];thlc, lhc di-;c.:u,,ion 
'hou JJ_hc;_;q:mropriatcl v cavc:w.:d. 

~(l~ .. The section on road transport (paras 134 - 142) should note that recent research may point to 
ways of further increasing the thermodynamic efficiency of diesel-powered propulsion 
systems_,_[ See, for example, some of the presentations from the U.S. Department of 
Encrgy's2008 Diesel Engine-Efficiency and Emissions Research (DEER} Conference, 
accessible at 
http:Uwwwl.eere.energv.gov/vehiclesandfuels/rcsources/proceedings/2008 deer prescntatio 
ns.html. The implications of this are significant, including for other transport modes that 
utilize diesel engines. This section should also mention some of the many other 
technological and operational measures now available through, for example, the US EPA 
Smart Way Transport Partnership to increase energy efficiency in diesel-powered freight 
transport (http://www.epa.gov/smartwayl). 

2l._Para l44 provides information on how the fuel efficiency of freight trains has increased by 
80% over the past 25 years. Absent a similar assessment of the evolution of fuel efficiency 
in the other transport modes (most notably ship and aviation), this statement could be taken 
to imply that the other sectors have not made much, or any, progress. This is not the case. 
The report should provide a comparable statement about the respective changes in fuel 
efficiency of the other freight transport modes. 



EPNOIA Comments on "Trade, Transport and Climate Change: An Interim Report" 
COMff AD/ENV/JWPTE(2008)29 

Hig picture: 
1. On balance we feel that this draft document offers useful, though admittedly incomplete, 

work. It builds on the mandate agreed to by the JWPTE last summer and it offers analysis 
and conclusions that should go out to a broad audience both within and outside the OECD. 

2. The document could be improved upon in various ways. Above all, it will be essential to 
enhance the discussion of the work underway within the IMO and ICAO to address GHG 
emissions from international aviation and maritime shipping. We agree with the JWPTE's 
conclusion in Dec. 2008 [see COM/TAD!ENV/JWPTE/M(2009)1] that this material" ... 
needed to reflect the totality of views in those groups." In particular, the report should more 
thoroughly present the differing views about the application of possible IMO measures to the 
entire global fleet or only those ships owned or flagged by UNFCCC Annex I Parties. This 
would then lead to an analysis by the OECD of the relative strengths and weaknesses of the 
various technological and policy measures under consideration in the IMO. Similarlv. the 
ICi\0 ha~ an cxtcn.,ivo.: work program to develop international Mandards and rccommo.:ndcd 
llli!~ticc<, t.o. [Tlitigatc !he cnvironmcnt;!!Jmract oC~,:jvil aviation. The discu-;-;iml\.!.Laviatio£1 
impacts shm1ld draw UJ2<Hl and bcllcr rcllo.:ct insights and analysis from the ICAO work 
rrmm~m. 

3. The report also would benefit from more information on the work already underway to 
increase the energy efficiency of - and thus reduce the emissions from - the propulsion 
technologies employed in major freight transport modes. This information would then 
facilitate a more complete OECD assessment of the policy measures available to reduce 
GHG emissions from the domestic and international transportation of goods in trade. _in 
narticular, we note that Lht: summary of "possible policv options·· {para 89, Table-+) lX>ntains 
!l!)ly rcgulatorv option-; (climin:Uion of :-ubsidie~_carhnn taxes, inclusion of emissions if} ~,;ap­
and-tradc ~hcmcs). fht: ui ... ...:ussion should also rene...:! the role or incentive programs h) 
i .. !l<:=.fJa'!.C the .i!Y.!!.i1!!2i1ity_of h~ttc.r_tccb.!!.u!ngic_s anl.l.J.!!sls. Thc_~9..:'!t-effective_n~ .. of various 
mcasui}:J<; shoul.JL!.hil_hc tll':'S!!l.&t:d_, 

4. The report also would benefit from a more consistent and neutral presentation of key facts 
about the energy efficiency of different freight transport modes. At present, the document 
contains a handful of statements that could appear to favor one mode over another. 

5. Finally, it would be helpful to know what more would be needed before the document is 
ready to be circulated to participants in the Global Forum on Trade. 

Specific comments: 
1. Para 5 concludes that "Any policies aimed at mitigating increases in GHG emissions from 

transport induced by trade liberalization should therefore consider how developing countries 
can also be encouraged to improve their performance in this area." The U.S. believes that if 
multilateral measures to address GHG emissions from international aviation and maritime 
shipping are to succeed, developing countries must be an integral part of a binding global 
regime. Anything less would suffer from carbon leakage and induce trade distortions. 

2. The paper states - e.g., in para 9 - that all transport contributes 23% of global anthropogenic 
C<h emissions and "only" 13% of total GHG emissions; moreover, international transport of 
goods contributes about 4% of total GHG emissions. What is the source for this estimate? 



9. Box L (lEA Technology Agreements]: the last technology mentioned in this box is "hybrid 
and electric vehicles." This listing also should note that hybrid technologies are not 
necessarily restricted to land-side applications; see, for example, the Foss Marine "Green 
Assist" hybrid tug boat: http:(/www.foss.com/environmcnt hyhridtug.html. Moreover, this 
listing should reference the broader suite of hybrid technologies, most notably the hydraulic 
hybrid drive system that US EPA and private sector partners have successfully employed in 
UPS and FedEx delivery vans and other applications. The most recent project involves the 
development of a prototype hydraulic hybrid version of the yard tractors typically found in 
ports, rail yards, and distribution centers around the world. 

to. Para 71 preface the tliscussion of the proposl!d EU emission~ limitation scheme b> noting 
,Lhc .iW.c.l:.!!l.cill.J2.UC.~Q .. m.\!..r:n! l.<,:rs_i n :!007_,t~l. fqrm\1.! ate .. ag_:: i mn.l \!.lJ'l.-£ll!.H.!ion Jrill!l~"{ork.~' 
£\.IJ!:iisting of ~tratcgics and mca~ures that Contracting States ol' !CAO can usc to achieve 
cmis ... ions rcducli\JnS from air transport. The program will id~:ntifv fud dficicncv goals and 
JllC.!!ns of mca~urin~rcs~. Options to bc consitlcrcd include voluntarv mcasun:s, 
tcc_hnoJ.9gi<:al advances in h<lth ai~raft and ground-ha<,cd equipment. more effit·ii!J!! 
!.mcrational mcasurcs, improvements in air traffic managcmcnt, positive economic inccnuvc<; 
anq market-based measures. The Asscmblv agreed 1hat_markct-bascd option-; are a valuahlc 
tool fgr aJdrcs<;jf!g aircr!!ft cmi:-.~ions. The maj,lrit.Y..Qf d..:_ll:gittion<; thought, hnwe\_~,!_r,J.hill 
~tate.; should not applv cmi-.,o;Jon.; trading systcms to thc airlincs of other States except 
pur::;uanuo mutual agrccmcnt . 

. U ... Para 73: This para cites aspects of international maritime shipping that must be understood 
before developing GHG controls. 

a. Item III: "The majority of the world's bulk shipments either start or finish their 
journey in an Annex I [of the UNFCCCJ country." While this statement may well 
still be true, the dramatic economic growth of China, India and many other 
developing nations over the last decade or so may have altered the balance. Thus, 
this assertion should be reconfirmed. One also should look at the containerized 
movement of the typicaJ!y higher-value intermediate and final manufactured goods 
among all countries. 

b. Item VI: This should be amended to reflect the recent development and adoption of 
amendments to the globally-applicable MARPOL Annex VI standards to control 
criteria air pollution from maritime shipping. 

12. Para 74, first sentence: We do not completely agree with the statement that "Most of these 
characteristics" [set out in para 73 regarding maritime shipping] "(with the exception of IV) 
also apply to the international transport of freight by air." Most notably, air freight does not 
carry bulk cargo, which is covered in factor Ill in para 73. Moreover, the last sentence of this 
paragraph notes that more and more air freighters will be based in the Asia-Pacific region in 
the future. 

13. Para 78: Footnote 13 to this paragraph properly notes that China and other developing 
countries have contested one key element of the framework proposed by the IMO MEPC, 
namely that the IMO GHG regime must be "binding and equally applicable to all flag States 
in order to avoid evasion." However, to be complete and to allow the OECD to more 
thoroughly evaluate policy options that the IMO might employ, this report also should reflect 
the public statements by the IMO Secretary General that anything less than a global regime 
binding and equally applicable to all flag States (or all ships) would be a failure because it 
would lead to significant carbon leakage. [For example, the Secretary General's remarks in 
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I 1l. Th~.:.~e~tiol] 011 ~\!UrJ!!t:iillif!.i.l!i\.lJ~ (P.ilf.!l.U.l.2.:.133Ll<:!Hl" tg fm:u~ ml.~l.\!_g:,,l}ru.i..Qns_.~!..U.!..~..!J\i.U.!.~ 
hnscd 1!ll • .il.l1illJi.qJ1;J.r .l!.;dl)tUlOJ::.L\.tr i!_Nl.l:~.:i fi~.: comp_;)nv. In l'iL<.;1..<!11 major airn al'l. _e.n!:0nl' and 
(lJ.trl manufa.:tun.:r" arc rcscarching and incnmnrating l'nvironmcntallv fricndlv rcchnology 
ip,to their. rrndlKL'-, 'lll.d 1.: \ ltllsive \Vork DIQgram~ exist in the Ju\() a!!<li!!Ui\·iduaJ Jni.:!!}_ht•r 
sta!~:._to de\ dop anti atlopt lll}gational improvl.!mcnt:-.. Thc papcr would hl.!ndit from illu!kr 
djc.;~,;us,ion of -.uch worJ...: t11 the 1.!\tl.:nt 'iUt:h information j<, not availahJc. th~o: Oi'it'U""illn 
~;houlc.l be apprnpriatd\ caveated. 

~L The section on road transport (paras 134 - 142) should note that recent research may point to 
ways of further increasingthe th~~QQ}'namic efficiency of dics]-powered rror lsion 

The implications of this 
are significant, including for other transport modes that utilize diesel engines. This section 
should also mention some of the many other technological and operational measures now 
available through, for example, the US EPA SmartWay Transport Partnership to inc rease 
energy efficiency in diesel-powered freight transport (http://www.epa.gov/smartwayl). 
~Para 144 provides information on how the fuel efficiency of freight trains has increased by 

80% over the past 25 years. Absent a similar assessment of the evolution of fuel efficiency 
in the other transport modes (most notably ship and aviation), this statement could be taken 
to imply that the other sectors have not made much, or any, progress. This is not the case. 
The report should provide a comparable statement about the respective changes in fuel 
efficiency of the other freight transport modes. 


